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UNDERRIDE GUARDS

CROSS REFERENCE TO RELATED
DOCUMENTS

This application claims priority benefit of U.S. Provi-
sional Patent Application 62/097,100 filed Dec. 28, 2014 to
Kiefer and U.S. Provisional Patent Application 62/072,136
filed Oct. 19, 2014 also to Kiefer, both of which are hereby
incorporated herein by reference.

COPYRIGHT AND TRADEMARK NOTICE

A portion of the disclosure of this patent document
contains material which is subject to copyright protection.
The copyright owner has no objection to the facsimile
reproduction of the patent document or the patent disclosure,
as it appears in the Patent and Trademark Office patent file
or records, but otherwise reserves all copyright rights what-
soever. Trademarks are the property of their respective
owners.

BACKGROUND

Underride type collisions are vehicular collisions in which
a passenger vehicle or pedestrian collides with a larger
vehicle such as a tractor-trailer truck or a single unit truck
(SUT) in which the pedestrian or passenger vehicle moves
to a position beneath the larger vehicle which is generally
higher from the ground than most passenger vehicles. This
type of collision can result in passenger compartment intru-
sion (PCI) into the smaller vehicle which often results in
severe and/or fatal injuries to occupants of the passenger
vehicles. In addition, pedestrians or bicyclists may become
entrapped beneath a truck and come into contact with the
wheels or underbody of the vehicle. Underride collisions can
also occur when a passenger vehicle hits a rear bumper of a
larger vehicle causing the rear bumper to collapse and
allowing the passenger vehicle to move forward under the
larger vehicle (e.g., under the rear of a commercial truck or
trailer). In any case, the consequences of this type of
accident are dire.

Currently, commercial trucks and trailers utilize so called
“D.0.T. dock bumpers” or “underride protection bumpers”
which are intended to prevent underride of a smaller vehicle
from the rear. However, these bumpers have been shown to
be inadequate—especially when a smaller vehicle collides
with the commercial truck or trailer near either end of the
bumper. Often these bumpers collapse or buckle or break on
collision and fail to provide adequate protection against
underride. In addition, commercial vehicles sold and oper-
ated in North America are not currently regulated for side
impact guarding.

BRIEF DESCRIPTION OF THE DRAWINGS

Certain illustrative embodiments illustrating organization
and method of operation, together with objects and advan-
tages may be best understood by reference to the detailed
description that follows taken in conjunction with the
accompanying drawings.

FIG. 1 is an illustration of a commercial trailer with
installed underride protection devices consistent with certain
example embodiments of the present invention.

FIG. 2, which is made up of FIG. 2, along with insets
labeled as FIG. 2A, FIG. 2B and FIG. 2C, illustrates a
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detailed breakdown of one example embodiment consistent
with examples of the present invention.

FIGS. 3A-3B provide an illustration of a front panel
holder in exploded and assembled form respectively in a
manner consistent with certain example embodiments of the
present invention.

FIGS. 4A-4B depict another example implementation of
a front panel holder in exploded and assembled form respec-
tively in a manner consistent with certain example embodi-
ments of the present invention.

FIGS. 5A-5B are exploded and assembled illustrations
respectively of a central brace consistent with certain
example embodiments of the present invention.

FIGS. 6A-6B are exploded and assembled views of a Rear
Bumper Brace Gusset (RBBG) consistent with certain
example embodiments of the present invention.

FIGS. 7A-7B are exploded and assembled illustrations
respectively of an alternative design of a RBBG consistent
with certain example embodiments of the present invention.

FIGS. 8A-8B are exploded and assembled illustrations
respectively of a further alternative design of a RBBG
consistent with certain example embodiments of the present
invention.

FIGS. 9,9A 9B and 9C are illustrations of a side underride
guard panel consistent with certain example embodiments of
the present invention.

FIG. 10 is an illustration of side and rear underride guards
installed in a SUT in a manner consistent with certain
example embodiments of the present invention.

FIGS. 11, 11A and 11B depict a breakdown of the
components used in the SUT embodiment in a manner
consistent with certain example embodiments of the present
invention.

FIGS. 12A-12B show exploded and assembled views of
a front brace that is adapted for use in a truck having no
landing gear consistent with certain example embodiments
of the present invention.

GLOSSARY

Reference throughout this document to “one embodi-

2 < < 2
an

ment”, “certain example embodiments”, “examples”,
embodiment”, “an example”, “an implementation” or simi-
lar terms means that a particular feature, structure, or char-
acteristic described in connection with the embodiment,
example or implementation is included in at least one
embodiment, example or implementation of the present
invention. Thus, the appearances of such phrases or in
various places throughout this specification are not neces-
sarily all referring to the same embodiment, example or
implementation. Furthermore, the particular features, struc-
tures, or characteristics may be combined in any suitable
manner in one or more embodiments, examples or imple-
mentations without limitation.

The term “or” as used herein is to be interpreted as an
inclusive or meaning any one or any combination. There-
fore, “A, B or C” means “any of the following: A; B; C; A
and B; Aand C; B and C; A, B and C”. An exception to this
definition will occur only when a combination of elements,
functions, steps or acts are in some way inherently mutually
exclusive.

The terms “a” or “an” or “the”, as used herein, are defined
as one or more than one.

The term “plurality” and “multiple”, as used herein, is
defined as two or more than two.

The terms “including” and/or “having” and/or “has”, as
used herein, are defined as comprising (i.e., open language).
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The verb “is” should be considered open ended language
that refers to an example, such that the term “A is a B” means
that A is an example of something that can be used as B.

The term “coupled”, as used herein, is defined as con-
nected, although not necessarily directly.

The word “about” or “approximately” or “around” when
accompanying a numerical value is to be construed as
indicating a deviation of up to and inclusive of minor
deviations from the stated numerical value, for example, in
many instances within up to about 5-7%.

The use of any and all examples, or language indicating
a example (“e.g.” or “such as” or “for example™) provided
herein, is intended merely to better illuminate the invention
and does not pose a limitation on the scope of the invention
unless otherwise explicitly claimed. No language in the
specification should be construed as indicating any non-
claimed element as essential to the practice of the invention.

The term “truck™ as used herein is intended to generically
mean either a single unit truck with an elevated body such
as a “box truck”, or the trailer of a tractor-trailer truck (i.e.,
a semi-trailer). Hence a “rear truck bumper” means either a
rear bumper attached to a truck or attached to the rear of a
trailer designed for pulling by a tractor truck. It follows that
the term “truck body” can mean either the body of a truck
itself or the body of a trailer designed for pulling by a tractor
truck.

The term “gusset” as used herein means a corner brace. In
particular, the term is used to describe a brace that extends
from the side of a truck to a rear underride protection
bumper to enhance the strength of the bumper, especially
near the left and right edges thereof.

The term “flexible” is used herein in connection with the
side underride guard panel. This term means that the panel
is foldable, rollable or otherwise flexible within a conven-
tional use of the term, but only requires that the panel be
flexible enough to deflect adequately so as to bend around
the central brace and flexible enough to be positioned within
the holding mechanisms provided at the front and rear of a
truck. After the panel is coated and/or laminated for ultra-
violet and other protection, it may become somewhat rigid,
but if it meets the above minimum criteria, it is considered
flexible within the meaning of the term as used herein.

The terms “cloth” and “fabric” as used herein is intended
to have the meaning that would be common in the industrial
fabric or textile industry to mean a flexible sheet of material
that is woven, knitted, felted or unwoven or includes woven,
knitted, felted or unwoven thread or fiber elements.

DETAILED DESCRIPTION

While this invention is susceptible of embodiment in
many different forms, there is shown in the drawings and
will be herein described in detail specific embodiments, with
the understanding that the present disclosure of such
embodiments is to be considered as an example of the
principles and not intended to limit the invention to the
specific embodiments shown and described. In the descrip-
tion below, like reference numerals are used to describe the
same, similar or corresponding parts in the several views of
the drawings.

As noted above, the standard bumpers in current use for
inhibiting rear underride collisions have been shown to be
inadequate. This is particularly the case for protection
against collisions at each side (left and right) of the bumper.
In addition, semi-trailers and SUTs sold in North America
usually have rectangular bodies whose lower edges are 3-4
feet above the ground. Despite the hazards presented by the

10

15

20

25

30

35

40

45

50

55

60

65

4

lower edge of the truck bodies and the open areas beneath
these bodies, there are no requirements for guards or other
devices to be fitted beneath or alongside the truck body. The
unguarded areas beneath trucks present hazards to motorists,
cyclists, and pedestrians.

The present invention, in accord with certain illustrative
example embodiments, relates to a reinforcement and guard-
ing system designed to be fitted to truck bodies and under-
ride protection bumpers and which enhances underride
protection in side and rear collisions.

In the United States, federal motor vehicle safety stan-
dards have required rear underride prevention guards on
trucks and semi-trailers sold in the United States for some
time. However, there are no corresponding standards for the
sides of trucks and semi-trailers. Research shows that over
3,000 fatal passenger vehicle—commercial vehicle acci-
dents currently occur annually in the United States. The
applicant is not aware of consistent data describing how
many of these collisions are underride type accidents. Some
sources indicate that approximately 27% of fatal collisions
involved underride while others indicate that the rate may be
over 80% (SAE 2003-01-0178). Fatal pedestrian and bicy-
clist collisions with commercial vehicles are not shown in
the above numbers and are far too common, especially in
urban environments where unguarded truck bodies pose
serious hazards. The National Highway Traffic Safety
Administration (NHTSA) estimates that over 300 passenger
vehicles are involved in fatal rear end collisions with SUTs
and trailers annually. Despite the uncertainty in the data, it
is clear that side and rear underride accidents are a major
hazard to the public.

Federal Motor Vehicle Safety Standards (49 CFR 571.223
and 571.224) indicate geometric and force—energy perfor-
mance standards for rear underride guards on truck tractors
and semi-trailers. 49 CFR 393.86 governs guard size and
position for non-articulated trucks and vocational vehicles
but does not specify energy absorption criteria. These stan-
dard and practices have resulted in similar two post steel rear
guards being employed by the majority of truck manufac-
turers in the United States.

Testing by the Insurance Institute for Highway Safety and
other entities has shown that rear truck guards manufactured
to meet FMVSS standards do not prevent severe underride
type collisions. In particular, partial overlap tests by the
Insurance Institute for Highway Safety (IIHS) have shown
serious deficiencies in guard strength, stiffness, and energy
absorption. This problem is addressed in accord with the
present teaching by use of strengthening retrofit assemblies
that may be installed directly onto existing truck underride
guards. Such assemblies can also be simplified for provision
as original equipment for trucks.

Many of the underride guards currently in use (and that
are in compliance with federal standards) are unable to
prevent passenger vehicle undersides—even at relatively
low closing velocities. The same closing velocities that
cause rear guard failure and passenger vehicle underride in
testing are often survivable if frontal vehicle structure is
engaged in the collision as modern vehicles are capable of
managing a large amount of crash energy while minimizing
the potential for occupant injury. Unfortunately, the geom-
etry of trucks is such that passenger vehicles bumpers and
energy absorbing bodies may pass entirely beneath the side
of'a commercial vehicle without resistance. The underriding
vehicle’s occupant compartment or ‘greenhouse’ often con-
tacts the side or rear of the truck with catastrophic results.
Research indicates that side intruding passenger vehicles
may pass entirely beneath a truck body (shearing the occu-
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pant compartment off) at speeds as low as 35 mph. Current
49 CFR 571.223/224 standards (which are more stringent
than 49 CFR 393.86) mandate a minimum guard height of
560 mm (22 inches) above the ground, a minimum vertical
height of 100 mm (3.93 inches) for the horizontal member
of the guard, a position not more than 305 mm (12 inches)
forward from the rear of the vehicle, and outboard extents to
within 100 mm (3.93 inches) to the sides of the vehicle
(when installed on a trailer or semi-trailer with GVWR of
4,536 kg or more). The standards require that guards absorb
at least 5,650 Joules while deflecting no more than 125 mm
(4.92 inches) while subject to loadings at multiple locations.
Quasi-static loading is specified as following in the stan-
dards: 50,000 N at the central position and a location 3 of
the guard length from the central position and 100,000 N at
%16 of the length from the central position.

With some minor variation, the geometric and perfor-
mance standards have resulted in similar rear underride
guards being employed by the majority of truck manufac-
turers in the United States. Guards that meet or exceed
federal standards (and other North American standards as
well) often do not have the strength to resist collision
loading depending on the collision location and offset per-
centage. It has been found that underride guard bumpers
usually fail at the attachment point between the guard
horizontal and vertical members or near the collision loca-
tion (especially if the collision is offset to one side of the
guard). A third, and relatively less likely, failure may occur
between the guard structure and the truck or trailer body if
the guard is sufficiently robust to transfer forces and the
anchor locations are not properly reinforced and/or directed
to the truck structure.

Embodiments consistent with the present teachings over-
come the failure modes of rear guards and side impact
hazards presented by truck bodies. Example embodiments of
the present system strengthen the existing rear underride
guards via attaching reinforcing components to direct col-
lision forces into substantial truck frame structure. The
devices are designed to allow a retrofitted guard to withstand
forces associated with full overlap and 50% and 30% partial
overlap rear end impacts from passenger vehicles at reason-
able closing velocities without failure. In addition, certain
example systems help to prevent side intrusion by a ten-
sioned fabric side panel mounted at front and rear to
significant truck structure.

In accord with certain embodiments, device(s) may be
developed as a retrofit kit (or adapted for inclusion as
original equipment) and may include a single assembly or
multiple components that directly attach to the guard and to
the truck structure that are not otherwise connected. The
device(s) may also be constructed from bolted, welded or
otherwise connected subassembly(s) to form one or more
bodies that connect to the underride guard, the landing gear,
and to the truck body. Such devices can be designed and
manufactured in multiple configurations to accommodate
direct fitment onto trucks of varying size shape and purpose.

The device(s) may have components that connect to
current truck body or guard structure(s) that extend along the
sides of the vehicle enclosing the rear axle(s). These com-
ponents serve to inhibit or prevent side underride collisions
and to enhance aerodynamics by reducing turbulent drag
and/or vacuum drag that may exist beneath the truck or
around the rear axle(s) and body in addition to preventing
rear underride collisions. Portions of the devices described
herein may be manufactured from industrial fabric materi-
als, aircraft grade aluminum, high strength steel, fiber rein-
forced composite or other material via techniques utilized to
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construct structural components. In accord with the present
teachings, the devices preferably should not hinder docking
of trucks or trailers nor should they hinder freight loading or
ingress/egress to the truck. Installation of the devices should
preferably not affect adjustment of the rear axle position.
Modifications to the general embodiment(s) described
herein may be performed to enable fitment of underride
prevention device(s) onto vocational SUTs such as dump
body trucks, refuse haulers, lift gate trucks, or other vehicles
that pose underride hazards but may rely on non-standard
body or rear guard designs. The devices may be designed
and installed so as not to significantly alter the dimensions
of the vehicle other than to potentially extend the width of
the vehicle within a non-property carrying tolerance or to
increase the height or width of the existing rear underride
guard. Many variations will occur to those skilled in the art
upon consideration of the present teachings.

Thus, a system for preventing or minimizing underride
and related injuries in collisions between passenger vehicles,
pedestrians, motorcycles, and bicycles with trucks is pro-
vided. The system, in one example, has a rear bumper brace
gusset (RBBG) attached to a truck body and extends a rear
bumper toward and connects the rear bumper to the side
edge of the truck. A front panel bracket is also attached to the
truck body. A fabric side underride guard panel (SUGP) has
a front end and a rear end. The front panel bracket and the
RBBG hold the fabric SUGP into place at the front end and
rear end respectively. A stretching mechanism pulls the side
underride guard panel taut between the front end and the rear
end.

Turning now to FIG. 1, an example embodiment of a
commercial semi-trailer 20 carrying side and rear underride
protective devices consistent with the present teachings is
depicted. Such trailers 20 commonly incorporate a ‘landing
gear’ device 24 near the front to support the trailer 20 when
not attached to a tractor. A rear bumper 28 is typically shaped
somewhat like an upside down IT symbol. Rear bumper 28
is intended to prevent or reduce underride and associated
passenger compartment intrusion (PCI) in a rear end colli-
sion, but without modification has been found to do a poor
job at this (as discussed above). In the present illustration, a
RBBG 32 is provided which serves two functions 1) rein-
forcement of the bumper structure, especially the corners of
the rear bumper; and 2) serves as a support for the rearmost
portion of a side underride guard panel (SUGP) 36. In
certain implementations, the rear element can be configured
to only serve as either a rear bumper reinforcement or a
panel mount for attachment of the side underride guard
panel. The SUGP 36 is positioned and braced and guided
around the rear axle(s) with one or more central braces 44
and terminates in the front near the landing gear 24. The side
underride guard panel will be discussed in greater detail
later, but is generally a high strength flexible fabric panel
that is held in place and pulled tightly at a front panel holder
40 (hidden in this figure). In certain embodiments, this front
panel holder 40 is attached to either the truck or trailer body
or to the landing gear 24.

The SUGP 36 inhibits underride of vehicles, pedestrians,
bicycles, motorcycles, etc. in a collision with the side of the
truck. The SUGP 36 does not have “catch points” that may
snag or carry a vehicle, pedestrian, or cyclist potentially
causing injury. In addition, the SUGP 36 reduces the aero-
dynamic drag along the side and undercarriage of the truck
to which it is attached.

It will be clear to those skilled in the art upon consider-
ation of the present teachings that the present underside
guard arrangement in its various embodiments can be pro-
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vided as a retrofit kit or can be adapted to be a part of the
truck original equipment without limitation. Further, the
assemblies described can be provided as original equipment
rather than as retrofit. When provided as original equipment,
the various assemblies that are bolted on (e.g., bolted to a
landing gear assembly) can be more permanently mounted
as cast, formed, welded, or bolted structures forming a more
integral part of the various assemblies, as will be clear to
those skilled in the art upon consideration of the present
teachings.

The assembly of FIG. 1 is depicted in greater detail in
FIG. 2 including the breakout illustrations FIG. 2A-2C. In
this example, the front panel holder 40 attaches to the
landing gear assembly 24 at a top bolted connection of the
landing gear and slides around the leg of the landing gear
assembly 24 as shown in greater detail in FIG. 3A. The front
panel holder has a lower threaded member 48 which termi-
nates in a rectangular opening 50 that slides around the
lower portion of the leg of the landing gear assembly 24. An
upper threaded member 52, in this example, is bolted to an
upper brace member 56 of the landing gear assembly at a
box-like bracket 60. In this example, the box-like bracket
has openings for a series of bolts that pass through the brace
member 56 and the box-like bracket 66 to hold the box-like
bracket 60 flush in contact with the brace 56 and an upper
portion of the leg of landing gear 24. The upper and lower
threaded members 48 and 52 pass through a segment of
rectangular metal stock 64 which is secured in place by a
pair of nuts.

Referring to FIG. 3B, the segment 64 is shown passing
through a looped end of the SUGP 36 to hold the SUGP 36
in place. The tension applied to the SUGP 36 is provided and
adjusted by tightening nuts to pull the segment 64 toward the
leg of the landing gear assembly 24. While element 64 is
shown as being made from rectangular stock, this should not
be considered limiting since the profile is not critical so long
as the profile is not one that tears or cuts the SUGP 36. In
this example, the box-like bracket 60 can be fabricated from
a segment of rectangular metal stock which is drilled appro-
priately as shown and which has a threaded rod otherwise
attached thereto. In this illustration and in illustrations
appearing throughout this document, washers, lock-washers,
jam nuts, locknuts and the like are not shown to simplify the
illustrations, but may be used where applicable.

By way of example and not limitation, if the design
depicted in FIG. 3B were to be adapted to use as original
equipment, the design can be simplified by having threaded
rods bolted or welded or otherwise formed in place or
attached directly to the upper and lower leg of the landing
gear assembly 24 without need for the intermediate bracket
assembly 60 or the rectangular opening of element 50. This
simplifies the design and allows for easy production of a
suitable original equipment design and is contemplated by
the present discussion. Many variations will occur to those
skilled in the art upon consideration of the present teachings
without deviating from the spirit and broad scope of the
present inventive concepts.

FIGS. 4A-4B depict an alternative embodiment of the
front panel holder 40 which utilizes a U-shaped lower
threaded member 70 rather than the member 48. This lower
threaded member 70 easily slides around the leg of landing
gear assembly 24 and bolts into place at a U-shaped element
74. Element 74 attaches to a solid bar 78 which is attached
at a top end to an upper threaded member 82. The upper
threaded member 82 terminates at a machined or molded
metal bracket 86 that is attached to the landing gear brace 56
in a manner similar to that used in the prior example with
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bolts and nuts. The U-shaped element 74 attaches to the solid
bar 78 using one or more bolts that thread into corresponding
threaded openings at the lower end of the bar 78. Once
assembled, the loop end of the SUGP 36 slides over the bar
78 and is secured into place by tightening the three nuts that
draw the SUGP 36 closer to the leg of the landing gear
assembly 24. The right-most edge (as illustrated) of the bar
78 may be beveled or rounded to reduce the possibility of
wear or tearing of the SUGP 36 in use.

In each case above, the devices depicted are designed for
retrofit onto existing trucks. As such, the designs 3A-3B,
4A-4B are sufficiently adaptable to mount onto different
types of landing gear assemblies because they rely on
attachment points which are consistent between multiple
designs. However, the basic mechanism for providing sup-
port for a SUGP 36 can be provided with permanent
structures that are fabricated as a part of a truck or trailer and
thus welded into place or fabricated as a part of the landing
gear assembly 24, 56 or the trailer 20 without limitation.
Other variations will occur to those skilled in the art upon
consideration of the present teachings.

In order to guide the SUGP 36 into proper position; to
provide reinforcement and to assure that the SUGP 36 is
pulled outward enough to avoid contact with wheel(s) and
tire(s); and to provide beneficial aerodynamic effect; one or
more central braces 44 are provided as depicted in FIG. 2B
and shown in greater detail in FIGS. 5A-5B. This central
brace 44 is triangular and in this implementation can be
fabricated from three straight members 90, 91, 92, and three
sets of brackets 93, 94 and 95 that are used in conjunction
with welding, bolting, riveting, structural adhesive, etc. to
connect the ends of each of the straight members together to
form a triangular shape of about a 45 degree right triangle.
The brackets can be bolted, welded, bonded, or riveted to the
straight members. The upper straight member is attached to
the underside of trailer 20 using a pair of right angle brackets
97 which clamp across the bottom face of a cross member
of the truck and are bolted to the central brace. These right
angle brackets may contain a flexible member capable of
allowing controlled deflection of the central brace. When
positioned it is desirable for the brace 44 to extend slightly
beyond the edge of the trailer 20 but within non-property
carrying dimensional tolerance. The upper edge of the
portion extending beyond the edge of trailer can be covered
with a roof 99 to reduce aerodynamic drag and to cover
sharp edges. While one central brace is depicted in the
figures, more than one may be used to achieve greater
rigidity of the SUGP 36 and minimize vibration and flut-
tering of the SUGP 36 at high speeds. As discussed above,
the central brace 44 may be connected to the underside of the
truck 20 using flexible brackets to enable the brace to rotate
within a reasonable range of motion if contacted by a fixed
roadway or roadside object.

While the central braces 44 are illustrated as being
clamped onto the truck 20, they may be attached in any
suitable manner including welding or using other bolting
arrangements without limitation. These braces 44 may also
be a part of a retrofit kit or may be made a part of an original
manufacture of a truck or trailer.

The rear bumper brace gusset (RBBG) 32 of FIG. 2C is
depicted in one example in greater detail in FIGS. 6 A-6B. In
this example, the rear bumper brace gusset RBBG 32 is
fabricated as a sheet of steel having an approximately
triangular outline on an outer face 102. This outer face may
or may not include a central open as shown. Along the top
of the gusset 32, a plurality of holes 106 are provided to
facilitate attachment of the gusset 32 to a lower portion of
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the trailer body across a strong location. There is significant
variability in rear door frame size and shape, in rear bumper
position and location, and in rear marker and warning light
design and location. However, these embodiments are suf-
ficiently adaptable to be installed onto any truck with a rear
guard that is FMVSS 223/224 compliant. At the lower
portion of the RBBG 32, the brace extends inwards at an
approximate right angle and rearwards from the face 102 to
form a spacer to reach the bumper. In this example, the brace
material is bent at an approximate right angle and incorpo-
rates another triangular lower face 110. A transitional mem-
ber 114 is formed by folding the rear face of 102 or by an
attachment to the brace face at the edge to provide an
interface with the SUGP 36.

The RBBG 32 further incorporates rear side marker lamp
116 and ABS system warning lamp 120 acknowledging that
the gusset brace gusset may obscure existing lamps or may
require removal of the same during installation. The RBBG
32 further incorporates a member 118 that also extends
outward at a right angle and rearward to provide reinforce-
ment to the spacer formed by the first backward extension
110. These two portions form the spacer and are connected
together at the area where the bumper will be connected and
includes an aperture to accept a bolt. As shown in FIG. 2C,
the rear bumper 28 is attached to this RBBG 32 by bolting
the RBBG 32 through a hole in the bumper 28 so that the
bumper is reinforced at the ends by the RBBG 32 which also
serves to effectively extend the width of the bumper 28
further toward the edge of the trailer so as to provide
enhanced underride protection when a collision occurs into
the side of the truck behind the rear axles or into the rear of
the truck near the ends of the bumper 28.

Prior to installation of the RBBG 32 a looped end of the
SUGP 36 is threaded around the RBBG 32 so that the RBBG
32 further serves to anchor the SUGP 36 at the rear of the
trailer or truck. The installation of the RBBG 32 can then be
carried out to affix the RBBG 32 to the bumper 28 and
anchor the rear of the SUGP 36. Other mechanisms can also
be used to attach an end of the SUGP 36 to the RBBG 32
and/or the front panel holder without limitation. Many
variations will occur to those skilled in the art upon con-
sideration of the present teachings.

The present design can be modified and simplified to
provide a suitable original equipment design (as opposed to
a design that is intended for retrofit) by fabrication of a
RBBG 32 as an extension to each side of the bumper which
is fabricated as a single part (or as multiple parts that are
bolted, formed, or welded together). In such case, each side
of the rear bumper can extend further to the left and right
than the current rear bumper designs and then interconnect
to a brace structure that is attached to the truck body. The
structure can further carry any suitable mechanism for the
loop at the rear end of the SUGP 36 to attach or for the
SUGP 36 to otherwise be attached. Many variations will
occur to those skilled in the art upon consideration of the
present teachings.

Referring now to FIGS. 7A-7B, an alternative embodi-
ment of RBBG 32 is depicted which has a similar trapezoi-
dal face 122 with apertures 106 at the top for bolting to the
trailer 20. This embodiment is again shown as being con-
structed of metal (e.g., aluminum in one example). However,
the parts may be formed out of fiber reinforced composite
for example for weight savings and corrosion resistance. At
the bottom in this embodiment, a solid mating bracket 126
is bolted to the face 122 so as to provide the spacer function
by extending inward (toward the middle of the truck) with
the solid metal bracket 126 also extending rearward toward
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the rear bumper 28. This RBBG 32 can then be installed to
the bumper 28 by threading a bolt into a threaded opening
130 to secure the bumper 28 to the RBBG 32.

A further embodiment of RBBG 32 is depicted in FIGS.
8A-8B. In this embodiment, the upper portion of the face
122 is connected to the lower portion of the face 122 by a
hinge 134. When the RBBG 32 is attached to the trailer or
truck, using this embodiment, the RBBG 32 can be unbolted
from the bumper 28 and rotated outward and upward on the
hinge in order to allow for replacement of the SUGP 36 and
to allow for easy access to the underside of the trailer in this
area. A similar hinging or rotating mechanism can be
devised for the front panel holder 3A-B 4A-B 12A to permit
the entire side underside protection system to be quickly
folded up in case the truck or trailer undercarriage needs to
be accessed.

In absence of a hinge at either the RBBG 32 or at front
panel holder 3A-B or 4A-B or 12A, the SUGP 36 may be
loosened by rotation of nuts at threaded rod(s) connected to
front panel holder 3A-B or 4A-B or 12A. The SUGP, being
composed of flexible fabric, can be lifted away from the
underside of the truck and secured to enable access to the
underside of the truck. This flexibility of design will enable,
for instance, tire inspection and/or replacement while in
service.

The RBBG 32, in certain implementations, serves the
multiple purposes of providing side extensions and bracing
to the rear bumper as well as providing a mounting and
anchoring point for the rear of the SUGP 36. In variations,
this dual function can be separated and a separate RBBG 32
can be provided as well as a SUGP 36 separate mount
structure for the rear of the SUGP 36. Many variations will
occur to those skilled in the art upon consideration of the
present teachings.

The RBBG 32 is shown in the drawings with a series of
holes and matching bolts to attach the reinforcement through
the side rail to the trailer cross members. However, the
RBBG 32 in all cases may be fabricated without the pattern
of holes pre-drilled and can be of sufficient size to allow it
to be adaptable to any trailer by drilling appropriate mount-
ing holes at the time of installation. Semi-trailers generally
all have similar side rails with 34" bolts or rivets. However,
the bolt pattern varies as does their location in relation to the
horizontal bar of the under ride guard. Some installations
may involve removing existing bolts and/or rivets, marking
hole locations with the RBBG 32 bolted to the under ride
guard, drilling the hole pattern into the RBBG 32 and spacer
and then inserting and tightening through bolts with nuts.

The embodiments of FIGS. 3A-3B, 4A-4B, 5A-5B,
6A-6B, 7A-7B, 8A-8B, 11B and 12A may be produced from
high strength/weight ratio materials and could be con-
structed from materials as follows. Front panel holder
3A-3B 4A-4B, 12A; RBBG 6A-6B, 7A-7B, 8A-8B, central
brace 5A-5B may be fabricated from aircraft grade alumi-
num, high strength alloy steel, or fiber reinforced composite,
for example. Threaded fasteners may be stainless steel or
corrosion resistant coated steel.

It is noted that in some instances (e.g., refrigerated tractor
trailer truck designs) fuel tanks may hang below the trailer
body near the landing gear. In such cases a remote fuel filler
neck can be used to provide access to the fuel tank without
need to remove the SUGP 36. Other variations and modi-
fications can be made to accommodate variations encoun-
tered in various truck designs without departing from the
present teachings.

Referring now to FIG. 9 and detail FIGS. 9A-9B, the
SUGP 36 is shown in isolation. At both the front and rear
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ends, this example of the SUGP 36 is formed into loops 140
and 144 at each end to allow for holding the SUGP 36 into
place and for stretching the SUGP 36 taut.

In accord with certain embodiments, the SUGP 36 utilizes
steel, aluminum, or fiber reinforced composite front panel
holders and RBBG (or rear holders) and a series of elastic
fasteners to hold the SUGP 36 in place. The SUGP 36 may
be made in many ways to provide for side underride pro-
tection. In one embodiment, the SUGP 36 is fabricated from
tensioned woven fabric, “webbing”. The webbing is a syn-
thetic textile (e.g., woven polyester fibers, glass fibers, nylon
fibers, Kevlar™ fibers (a para-aramid synthetic fiber) or
aramid fibers, or combinations thereof, etc.) that provides
adequate strength and impact resistance. The webbing can
be provided with a polymer coating or laminate that forms
an outer layer that protects the fibers from weather, ultra-
violet light, dirt, etc.

In a first example embodiment of the SUGP 36, a 60 inch
tall 14 oz/square yard weight polyester scrim polyvinyl
chloride (PVC) coated tarp (rubberized tarp) is folded in half
sandwiching 12 inch tall polyester or nylon webbing. In a
prototype, the tarp and the polyester or nylon webbing are
sewn together with high strength polyester yarn to form a 30
inch tall composite panel that is looped and stitched at both
ends as described. The polyester or nylon webbing is angled
upwards in the front and rear areas of the panel (and the tarp
is trimmed in those areas) to attach to the front and rear
mounts to maintain adequate ground clearance. Along the
length of the truck or trailer, the webbing is positioned
sufficiently close to the ground so as to contact a typical
passenger vehicle and thereby prevent underride of the
passenger vehicle.

In a second embodiment, a 25-35 inch tall polyester,
nylon, aramid, carbon, or glass webbing is coated with PVC
or other protective rubber, resin, or plastic. The result is a
composite sheet with high strength. PVC coated polyester
material is used in football chin straps, for example.

In a third embodiment, the same 12 inch tall polyester
webbing as was used in the first embodiment is used, but in
this example it relies upon a taller ABS or acrylic or similar
plastic sheet for weather and UV protection and aerody-
namic effect. The polyester strap fits within a riveted or
glued plastic sleeve on the back side of the plastic sheet.

The polyester or nylon webbing used in prototype devel-
opment as described above is composed of heavy duty sling
webbing that was pull tested and rated at 9800 1b/in tensile
strength. Such material is available, for example, from
Southern Weaving, 1005 W. Bramlett Road, Greenville, S.C.
29611. Such webbing can, for example, also be produced as
two ply polyester with gut in 12 inch widths to provide
tensile strength of 117,600 pounds minimum as product
1980 ZP 12".

The SUGP 36 and the associated trailer mounts are
designed to resist penetration by a passenger vehicle. The
SUGP 36 forms an impact barrier through tension through-
out the panel which is transmitted to structural members of
the truck body (the landing gear 24, cross members, and rear
door frame and underride guard) by bolt on mounts. The
collision performance of the system is determined by the
tensile strength and toughness of the SUGP 36, and the
stiffness and strength of the front and rear mount panels 40
and 36 and the central brace 44.

Due to the considerations of weight and impact speed,
collisions with pedestrians, cyclists, and even motorcyclists
will not require as much energy dissipation and SUGP 36
strength as a passenger vehicle will—even at relatively
modest closing velocities. As a conservative estimate, tensile
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strength on the order of 10,000 to 15,000 pounds should be
adequate to provide underride protection to pedestrians,
cyclists and motorcyclists under most circumstances, so the
SUGP 36 strength, can be reduced accordingly (from the
estimated 90,000 to 120,000 pound minimum tensile
strength as will be discussed later) if it is only desired to
provide protection to pedestrians, cyclists and motorcyclists
(e.g., in an urban setting). The energy that is to be dissipated
to prevent underride is directly related to the weight of the
striking vehicle and are proportional to the square of the
striking vehicle’s velocity. The forces that are developed in
the SUGP 36 and mounts are a combination of the preload
tension and the impulse of the striking vehicle.

Fortunately, in a majority of high closing speed underride
collisions, the passenger vehicle is moving in a forward
orientation towards the larger commercial vehicle. In this
case, the passenger vehicle’s front bumper will engage the
SUGP 36 approximately 2-5 feet before the occupant com-
partment (the greenhouse) contacts the side of the truck. It
is over this distance that the SUGP 36 decelerates the
striking vehicle sufficiently that the occupant compartment
is not breached or significantly deformed by contact with the
truck body.

Calculations indicate that the SUGP 36 will absorb
enough energy (approximately 120,000 ft-1b) to stop a 3,000
Ib vehicle that was initially traveling at 35 mph if the SUGP
can withstand 120,000 1b of tension. A 12 inch tallx0.25 inch
thick woven polyester webbing relied upon in the prototype
discussed in this application was selected because it has
sufficient strength as calculated above (it is rated at a
working load limit of 9,800 Ib/inch height). Other embodi-
ments may use a taller woven textile panel (potentially
30-40 inches) instead of the 12 inch panel. This taller panel
may be composed of thinner webbing to arrive at similar
performance without substantial weight penalty.

During the collision discussed above, the SUGP 36 will
strain approximately 3-4% during the compression phase of
the collision depending on panel material, tension in the
weave, and preload applied. Proper preload (approximately
1-3%) allows the SUGP 36 to develop sufficient resistive
forces and decelerate a striking vehicle sufficiently to avoid
occupant compartment intrusion.

The above calculations assume that the SUGP 36 attach-
ment points to the truck have adequate structural integrity to
support the SUGP 36 without failure of the support mecha-
nism. These panel mounts are projected to plastically deflect
the trailer structure during the collision before the SUGP 36
reaches its tensile limit Fortunately, bending (and potential
failure) of the mounting structures can assist in dissipating
collision energy and in preventing the SUGP 36 from
bouncing a vehicle away from the truck at dangerous speeds.
Given the limitations in the anchor points for the front panel
holder, the central brace, and the rear bumper brace gusset
and panel mount, conservative analysis indicates that the
system will prevent underride up to approximately a 25 mph
closing velocity depending on vehicle weight and collision
angle. At 25 mph closing velocity, the SUGP panel 36 will
only need to withstand approximately 90,000 1b maximum
tensile load. When quoting tensile loadings in the SUGP 36
and associated mounts, it should be noted that these collision
loads are momentary. Structures often exhibit increased
stiffness and strength during this type of dynamic loading
compared to the performance of the same systems under-
going quasi-static loading. Accordingly, the performance
capabilities of the system may in fact exceed what has been
predicted by the quasi-static analysis described above.



US 9,463,759 Bl

13

In the embodiments described above, all of the example
SUGPs achieve a creep resistant, flexible panel of high
strength, chemical resistance, and durability. In each case,
the designs rely upon tension in the synthetic webbing to
resist significant motion when subjected to aerodynamic
forces (cross winds/turbulence, etc.) or collision forces
(intrusion from a vehicle, bicyclist, or pedestrian.) The
SUGP 36 design can also each include grommets 152 along
the top edge for rubber tarp straps 156 (e.g., Ethylene
Propylene Diene Monomer (EPDM) cords with hooks) to
secure the top of the panel to the underside of the trailer or
straight truck as shown in detail in FIG. 9C. This provides
a flexible connection that holds the fabric side underride
panel into place at a top edge thereof. In other embodiments,
any other suitable mechanism for attaching the top edge of
the SUGP 36 to the side of the truck or trailer can be used
if desired.

The system is designed with sufficient compliance, tough-
ness, and abrasion resistance in order that the SUGP 36 will
not sustain permanent damage if contacted with fixed road-
way or roadside protuberances such as a cable box or fire
hydrant.

The size and shape of all three design examples of the
SUGP 36 can generally be about the same (approximately
30-35 inches tall along most of the length of the truck or
trailer reducing to approximately 20-25 inches at the front
and rear mounts). A small rubber “runner” or “skirt” 160
along the bottom edge may be used to further reduce ground
clearance for enhanced aerodynamic effect as shown in
detail in FIG. 9C. Such runner may be approximately 3-5"
tall and can be made of EPDM (ethylene propylene diene
monomer) for example.

The textile webbing of the SUGP 36 has been pull tested
to a rated tensile strength of about 120,000 Ib for 12 inch
polyester or nylon, and between 6 and 8% ultimate elonga-
tion depending on composition. Analysis indicates that the
polyester and nylon webbing is sufficiently strong to prevent
passenger compartment intrusion (PCI) when struck by a
3000 1b vehicle traveling at 35 mph given any intrusion
angle. The actual crash performance of the system is highly
dependent on the strength of the front and rear mount points
and of the landing gear assembly in the semi-trailer appli-
cation. Prototype testing indicates that approximately 1-3%
strain is sufficient preload to prevent significant oscillation
of'the SUGP at highway speeds up to about 75 mph. Testing
at that preload indicates that pedestrians and cyclists will not
experience significant penetration or underride before being
redirected away from the truck underbody. Hence, it is
desirable to preload the prototype SUGP 36 to approxi-
mately 1%-3% strain so as to create a resilient collision
guard in the area below the sides of the truck.

The overall system may still allow some of a passenger
vehicle to pass beneath the truck or trailer (“underride “of
2-4 {t”), but the system should stop or at least slow the
vehicle down sufficiently during that travel distance to
prevent the trailer or truck body from crushing the occupant
compartment. The system will also prevent pedestrian/bicy-
clist underride (except for a few inches).

In the present system, the tensioned flexible SUGP 36, the
front panel bracket, and the rear bumper brace mount system
should preferably have sufficient strength to redirect away
from the underside of the truck a pedestrian or cyclist who
strikes the guard at any speed or angle. The tensioned
flexible side underride guard panel, the front panel bracket,
and the rear bumper brace should also preferably be strong
enough to absorb the kinetic energy of a 3,000 1b passenger
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vehicle strike when the vehicle is traveling at 25-35 mph so
as to prevent passenger compartment intrusion.

It is noted that the SUGP 36 may creep and loosen over
time depending on material used. This may be compensated
for by periodic adjustment of the pre-load tension in the
manner discussed previously. In the event it becomes impos-
sible to provide adequate preload to the SUGP 36 using the
threaded rod mechanism, the SUGP 36 should be replaced.
However, it is noted that the tensioning mechanism embod-
ied by the simple embodiments described above for tension-
ing the SUGP 36 using threaded rods and bolts could instead
be realized in an embodiment that utilizes a ratcheting
mechanism in which the SUGP 36 is taken up on a ratcheting
roller that can provide a wider degree of adjustability. Many
other variations of tensioning mechanisms can be used
without limitation.

The above discussion has been illustrated using the pres-
ent system attached to a tractor trailer type trailer. However,
the same principles can be utilized to create a safer single
unit truck (SUT). The SUT system may not be as capable of
preventing PCI in high speed vehicular collisions as the
semi-trailer system due to lack of available high strength
mounting points such as the landing gear and FMVSS
223/224 rear guard that are available on a semi-trailer.
However, the present teachings can be applied to a SUT or
“box truck” to provide side underride protection to prevent
cyclists and pedestrians from encountering the truck body
and/or wheels—particularly in an urban environment. The
straight truck design will also offer a measure of side
underride resistance to medium and low speed vehicle
collisions. However, it is possible to brace a SUT so that the
full benefits of the underride protection system described
herein can be obtained for such trucks too.

Referring now to FIG. 10, a SUT 200 is illustrated
carrying a SUGP 36 that is configured in a manner similar
to that of the semi-trailer embodiments illustrated above.
FIG. 11 shows examples of the assembly exploded with inset
FIGS. 11A-11B broken out to depict the details thereof. At
the rear of the truck, it is desirable that a RBBG 32 be used
as described previously and shown in FIG. 11B. However, it
is noted that the design of rear underride bumpers 204 are
less standardized for use on SUTs. Hence, the design of a
RBBG 32 may vary dimensionally from that of the RBBG
32 used in a semi-trailer, but the principle is the same.
Additionally, it is noted that the RBBG 32 has the dual
function of holding the rear end of the SUGP 36. This
function can be addressed without need for any attachment
to the rear bumper 204. While this provides less impact
resistance than if the RBBG 32 bridges the gap in the
bumper to the SUT body, the system nevertheless enhances
side underride protection—particularly in an urban setting
where impact speeds are lower and chances of side impact
with a bicycle or pedestrian are higher.

FIG. 11 A shows an example embodiment of a front panel
holder 208 that is adapted for use in a SUT where front
landing gears are not present. This front panel holder 208 is
configured to attach directly to cross members of the body
through the side rail and is shown in greater detail in FIGS.
12A-12B. The holder 208 is made up of a face plate 212 that
is approximately trapezoidal in shape with a front-most edge
that extends downward from the truck body. This face plate
212 is bolted to the side of the truck 200 near the front and
is held rigid in place with bolted connections into the SUT
cross members and a lateral brace 216 that is designed to
assist the face plate in resisting inward movement in the
event of a side impact. A U-shaped threaded rod 220 passes
through mating holes in the lateral brace 216 to provide an
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adjustable mounting structure for the SUGP 36. The rod 220
passes through the loop at the front end of the SUGP 36 and
the threaded rod’s position with respect to the backer brace
216 is adjusted with the nuts 224 so as to pull the SUGP 36
taut. This design causes the SUGP 36 to be wrapped across
the front panel holder to a forward and inboard position
aiding in aerodynamic effect and preventing the SUGP from
snagging on objects close to the edge of the truck. The
SUGP 36 is of similar design as those previously discussed
with the length being adjusted to the appropriate dimensions
for the SUT application.

Thus, in accord with certain example embodiments, an
underride collision protection system for a truck has a rear
bumper brace guard coupled to a truck body that extends a
rear bumper toward and couples the rear bumper to a side
edge of the truck. A front panel bracket is coupled to the
truck body. A flexible fabric side underride guard panel has
a front end and a rear end. The front panel bracket and the
rear bumper brace hold the fabric side underride panel into
place at the front end and rear end respectively. A stretching
mechanism is used to pull the side underride guard panel taut
between the front end and the rear end.

In certain example embodiments, the front panel bracket
is attached to a landing gear assembly forming a part of the
truck. In certain example embodiments, a central brace is
coupled to the truck and which urges the flexible fabric side
underride guard panel outward from the underside of the
truck. In certain example embodiments, a runner is attached
along a bottom edge of the flexible fabric side underride
guard panel. In certain example embodiments, the flexible
fabric side underride guard panel is tensioned to a preload of
approximately 1-3% strain to create a resilient collision
guard in the area below the sides of the truck. In certain
implementations, the tensioned flexible side underride guard
panel, the front panel bracket, and the rear bumper brace
have adequate strength to dissipate the kinetic energy of a
3,000 1b passenger vehicle striking the flexible side under-
ride guard panel traveling at 25 mph while preventing
damage to the vehicle’s passenger compartment. In certain
implementations, the fabric side underride panel has
adequate strength to withstand a 90,000 pound tensile load;
while in others, the fabric side underride panel has adequate
strength to withstand a 120,000 pound tensile load; and in
others only 10,000 to 12,000 pound tensile load. In certain
example embodiments, the flexible fabric side underride
guard panel is comprised of woven polyester, nylon, glass,
aramid, or carbon fibers secured to a protective tarp. In
certain example embodiments, the fibers are woven and
coated, impregnated, or laminated with an ultraviolet light
stabilized plastic, rubber, polymer or resin. In certain
example embodiments, a flexible connection holds the fabric
side underride panel into place along a top edge thereof.

In another example embodiment, an underride collision
protection system for a truck has a rear panel mount 32
coupled to a truck body or rear bumper 28 at a rear of the
truck 20. A front panel bracket 40 is coupled to the truck
body. A flexible fabric side underride guard panel 36 has a
front end and a rear end. The front panel bracket and the rear
panel mount hold the fabric side underride panel into place
at the front end and rear end respectively. A stretching
mechanism pulls the side underride guard panel 36 taut
between the front end and the rear end.

In certain example embodiments, the rear panel mount
forms a part of a rear bumper gusset assembly 32 that
connects sides of the rear bumper to the truck body. In
certain example embodiments, the front panel bracket is
attached to a landing gear assembly forming a part of the
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truck. In certain example embodiments, a central brace that
is coupled to the truck and which urges the fabric side
underride guard panel 36 outward from the underside of the
truck. In certain example embodiments, a runner is attached
along a bottom edge of the fabric side underride guard panel.
In certain example embodiments, the fabric side underride
guard panel 36 is tensioned to a preload of approximately
1-3% strain. In certain implementations, the tensioned flex-
ible side underride guard panel, the front panel bracket, and
the rear bumper brace have adequate strength to absorb
kinetic energy produced by a 3,000 lb passenger vehicle
striking the flexible side underride guard panel traveling at
25 mph to prevent underride of the vehicle’s passenger
compartment. In certain implementations, the fabric side
underride panel has adequate strength to withstand a 90,000
pound tensile load; while in others, the fabric side underride
panel has adequate strength to withstand a 120,000 pound
tensile load; and in others only 10,000 to 12,000 pound
tensile load. In certain example embodiments, the fabric side
underride guard panel is comprised of woven polyester,
nylon, glass, aramid, or carbon fibers laminated to or oth-
erwise secured to a protective tarp. In certain example
embodiments, the fibers are woven and coated, impregnated,
or laminated with an ultraviolet light stabilized plastic,
rubber, polymer or resin. In certain example embodiments,
a flexible connection holds the fabric side underride panel
into place along a top edge thereof.

In accord with certain example implementations, a retrofit
kit for underride protection for a truck has a rear panel
mount 32 configured for attachment to a truck body or rear
bumper at the rear of the truck. A front panel bracket 40 or
208 is configured for attachment to the truck body. A flexible
fabric side underride guard panel 36 has a front end and a
rear end. The front panel bracket and the rear panel mount
are configured to hold the fabric side underride panel at the
front end and rear end respectively. A stretching mechanism
40 or 208 is configured to pull the side underride guard panel
taut between the front end and the rear end. In certain
implementations, the fabric side underride panel has
adequate strength to withstand a 90,000 pound tensile load;
while in others, the fabric side underride panel has adequate
strength to withstand a 120,000 pound tensile load; and in
others only 10,000 to 12,000 pound tensile load.

In certain example embodiments, the rear panel mount
forms a part of a rear bumper gusset assembly that is
configured to connect sides of the rear bumper 28 to the
truck body. In certain example embodiments, the front panel
bracket is configured for attachment to a landing gear
assembly forming a part of the truck. In certain example
embodiments, a central brace 44 is configured for attach-
ment to the truck at a location between the front panel
bracket 40 and the rear panel mount 32 to urge the flexible
fabric side underride guard panel 36 outward from the
underside of the truck. In certain example embodiments, a
runner that is attached or attachable along a bottom edge if
the flexible fabric side underride guard panel 36. In certain
example embodiments, the flexible fabric side underride
guard panel is comprised of woven polyester, nylon, glass,
aramid, or carbon fibers laminated to or otherwise secured to
a protective tarp. In certain example embodiments, the fibers
are woven and coated, impregnated, or laminated with an
ultraviolet light stabilized plastic, rubber, polymer or resin.
In certain example embodiments, a flexible connection that
holds the fabric side underride panel into place along a top
edge thereof.

An example implementation of an underride collision
protection system for a truck has a rear bumper brace guard
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32 attached to a truck body that extends a rear bumper 28
toward and couples the rear bumper to a side edge of the
truck. A front panel bracket 40 is attached to the truck body,
where the front panel bracket is attached to a landing gear
assembly 24 forming a part of the truck. A flexible fabric
side underride guard panel 36 has a front end and a rear end
and having a runner attached along a bottom edge thereof.
The flexible fabric side underride guard panel is comprised
of a fabric made of at least one of polyester fibers, nylon
fibers, glass fibers, aramid fibers, and carbon fibers, and
where the fabric is coated, laminated, or impregnated with
ultraviolet stabilized rubber, plastic, polymer or resin. The
front panel bracket and the rear bumper guard hold the fabric
side underride panel into place at the front end and rear end
respectively. A flexible connection holds the fabric side
underride panel into place along a top edge thereof. A
stretching mechanism forming a part of 40 or 208 is attached
to the front panel bracket that pulls the side underride guard
panel taut between the front end and the rear end thereof to
a preload of approximately 1-3% strain. A central brace 44
is coupled to the truck and urges the flexible fabric side
underride guard panel 36 outward from the underside of the
truck. In certain implementations, the fabric side underride
panel has adequate strength to withstand a 90,000 pound
tensile load; while in others, the fabric side underride panel
has adequate strength to withstand a 120,000 pound tensile
load; and in others only 10,000 to 12,000 pound tensile load.

It is noted that no central brace is shown in this illustration
in connection with a SUT 200, but a central brace of design
similar to that shown in connection with a semi-trailer can
be used if desired or required to guide the SUGP 36 around
the rear wheel(s). Many other variations will occur to those
skilled in the art upon consideration of the present teachings.

All references, including publications, patent applica-
tions, patents, and website content cited herein are hereby
incorporated by reference to the same extent as if each
reference were individually and specifically indicated to be
incorporated by reference and was set forth in its entirety
herein.

While certain illustrative embodiments have been
described, it is evident that many alternatives, modifications,
permutations and variations will become apparent to those
skilled in the art in light of the foregoing description.

What is claimed is:

1. An underride collision protection system for a truck,

comprising:

a rear bumper brace guard coupled to a truck body that
extends a rear bumper toward and couples the rear
bumper to a side edge of the truck;

a front panel bracket coupled to the truck body;

a flexible fabric side underride guard panel having a front
end and a rear end;

the front panel bracket and the rear bumper brace holding
the fabric side underride panel into place at the front
end and rear end respectively;

a stretching mechanism that pulls the side underride guard
panel taut between the front end and the rear end; and

where the tensioned flexible side underride guard panel,
the front panel bracket, and the rear bumper brace
guard have adequate strength to absorb the kinetic
energy of a 3,000 Ib passenger vehicle striking the
flexible side underride guard panel at 25 mph while
preventing passenger compartment intrusion.

2. The system according to claim 1, where the front panel

bracket is attached to a landing gear assembly forming a part
of the truck.

5

10

15

20

25

30

35

40

45

50

55

60

65

18

3. The system according to claim 1, further comprising a
central brace that is coupled to the truck and which urges the
flexible fabric side underride guard panel outward from the
underside of the truck.

4. The system according to claim 1, further comprising a
runner that is attached along a bottom edge of the flexible
fabric side underride guard panel.

5. The system according to claim 1, where the flexible
fabric side underride guard panel is tensioned to a preload of
approximately 1-3% strain.

6. The system according to claim 1, where the flexible
fabric side underride guard panel is comprised of woven
polyester, nylon, glass, aramid, or carbon fibers secured to a
protective tarp.

7. The system according to claim 6, where the fibers are
woven and coated, impregnated, or laminated with an ultra-
violet light stabilized plastic, rubber, polymer or resin.

8. The system according to claim 1, further comprising a
flexible connection that holds the fabric side underride panel
into place along a top edge thereof.

9. The system according to claim 1, where the fabric side
underride panel has adequate strength to withstand a 10,000
pound tensile load.

10. The system according to claim 1, where the fabric side
underride panel has adequate strength to withstand a 90,000
pound tensile load.

11. An underride collision protection system for a truck,
comprising:

a bumper brace guard coupled to a truck body and rear

bumper at a rear of the truck;

a front panel bracket coupled to the truck body;

a flexible fabric side underride guard panel having a front

end and a rear end;

the front panel bracket and the rear panel mount holding

the fabric side underride panel into place at the front
end and rear end respectively;

a stretching mechanism that pulls the side underride guard

panel taut between the front end and the rear end; and
where the tensioned flexible side underride guard panel,
the front panel bracket, and the rear bumper brace
guard have adequate strength to absorb the kinetic
energy of a 3,000 lb passenger vehicle striking the
flexible side underride guard panel at 25 mph while
preventing passenger compartment intrusion.

12. The system according to claim 11, where the bumper
brace guard forms a part of a rear bumper brace gusset
assembly that connects sides of the rear bumper to the truck
body.

13. The system according to claim 11, where the front
panel bracket is attached to a landing gear assembly forming
a part of the truck.

14. The system according to claim 11, further comprising
a central brace that is coupled to the truck and which urges
the flexible fabric side underride guard panel outward from
the underside of the truck.

15. The system according to claim 11, further comprising
a runner that is attached along a bottom edge of the flexible
fabric side underride guard panel.

16. The system according to claim 11, where the flexible
fabric side underride guard panel is tensioned to a preload of
approximately 1-3% strain.

17. The system according to claim 11, where the flexible
fabric side underride guard panel is comprised of woven
polyester, nylon, glass, aramid, or carbon fibers laminated to
or otherwise secured to a protective tarp.
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18. The system according to claim 17, where the fibers are
woven and coated, impregnated, or laminated with an ultra-
violet light stabilized plastic, rubber, polymer or resin.

19. The system according to claim 11, further comprising
a flexible connection that holds the fabric side underride
panel into place along a top edge thereof.

20. The system according to claim 11, where the fabric
side underride panel has adequate strength to withstand a
10,000 pound tensile load.

21. The system according to claim 11, where the fabric
side underride panel has adequate strength to withstand a
90,000 pound tensile load.

22. A retrofit kit of parts for retrofitting a truck for
enhanced underride protection, the retrofit kit of parts com-
prising:

a bumper brace guard configured for attachment to a truck

body and rear bumper at the rear of the truck;

a front panel bracket configured for attachment to the
truck body;

a flexible fabric side underride guard panel having a front
end and a rear end;

the front panel bracket and the rear panel mount config-
ured to hold the fabric side underride panel at the front
end and rear end respectively;

a stretching mechanism that is configured to pull the side
underride guard panel taut between the front end and
the rear end; and

where when the kit of parts is installed on a truck and
when the flexible fabric side underride guard panel is
tensioned, the flexible fabric side underride guard
panel, the front panel bracket, and the rear bumper
brace guard have adequate strength to absorb the
kinetic energy of a 3,000 Ib passenger vehicle striking
the flexible fabric side underride guard panel at 25 mph
while preventing passenger compartment intrusion.

23. The retrofit kit of parts according to claim 22, where
the bumper brace guard forms a part of a rear bumper brace
gusset assembly that is configured to connect sides of the
rear bumper to the truck body.

24. The retrofit kit of parts according to claim 22, where
the front panel bracket is configured for attachment to a
landing gear assembly forming a part of the truck.

25. The retrofit kit of parts according to claim 22, further
comprising a central brace that is configured for attachment
to the truck at a location between the front panel bracket and
the bumper brace guard to urge the flexible fabric side
underride guard panel outward from the underside of the
truck.

26. The retrofit kit of parts according to claim 22, further
comprising a runner that is attached to or configured for
attachment along a bottom edge of the flexible fabric side
underride guard panel.

27. The retrofit kit of parts according to claim 22, where
the flexible fabric side underride guard panel is comprised of
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woven polyester, nylon, glass, aramid, or carbon fibers
laminated to or otherwise secured to a protective tarp.

28. The retrofit kit of parts according to claim 27, where
the fibers are woven and coated, impregnated, or laminated
with an ultraviolet light stabilized plastic, rubber, polymer or
resin.

29. The retrofit kit of parts according to claim 22, further
comprising a flexible connection that holds the fabric side
underride panel into place along a top edge thereof.

30. The retrofit kit of parts according to claim 22, where
the fabric side underride panel has adequate strength to
withstand a 10,000 pound tensile load.

31. The retrofit kit of parts according to claim 22, where
the fabric side underride panel has adequate strength to
withstand a 90,000 pound tensile load.

32. An underride collision protection system for a truck,
comprising:

a rear bumper brace guard attached to a truck body that
extends a rear bumper toward and couples the rear
bumper to a side edge of the truck;

a front panel bracket attached to the truck body, where the
front panel bracket is attached to a landing gear assem-
bly forming a part of the truck;

a flexible fabric side underride guard panel having a front
end and a rear end and having a runner attached along
a bottom edge thereof;

where the flexible fabric side underride guard panel is
comprised of a fabric made of at least one of polyester
fibers, nylon fibers, glass fibers, aramid fibers, and
carbon fibers, and where the fabric is coated, laminated,
or impregnated with ultraviolet stabilized rubber, plas-
tic, polymer or resin;

where the flexible fabric side underride guard panel has
adequate strength to withstand a 90,000 pound tensile
load;

the front panel bracket and the rear bumper guard holding
the fabric side underride panel into place at the front
end and rear end respectively;

a flexible connection holding the fabric side underride
panel into place along a top edge there of}

a stretching mechanism attached to the front panel bracket
that pulls the side underride guard panel taut between
the front end and the rear end thereof to a preload of
approximately 1-3% strain;

a central brace that is coupled to the truck and which urges
the flexible fabric side underride guard panel outward
from the underside of the truck; and

where the tensioned flexible side underride guard panel,
the front panel bracket, and the rear bumper brace
guard have adequate strength to absorb the kinetic
energy of a 3,000 lb passenger vehicle striking the
flexible side underride guard panel at 25 mph while
preventing passenger compartment intrusion.
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